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An inter-departmental Study Group on 
P lannin g was set np in December, 1953, with the following 
terms of referenceI- 

(±) Study the data regarding targets of 

additional production and demand on regional 
basis and work out the additional transport 
capacity required to be created for 
facilitating the movement of traffic arising 
therefrom* 

(ii) Examine more thorou/^ily the suggestion to 
demarcate 50 mile zones in the congested 
areas round Calcutta, Madras, Bombay,Ahmedabad 
Kanpur, etc. for road traffic (it being 
understood that the Railways'would not accept 
transport of certain categories of goods 
within the zones) with special reference to 
(a) the economics of the proposal; (b) relief 
to railway traffic (wagon capacity to be relea¬ 
sed) ; (c) problems, if any, arising out of 
roads and their conditions, suitability of 
bridges for coping with additional traffic; (d) 
additional employment likely to be created and 
other related aspects. 

(iii) Go into all aspects of the problems of rail¬ 
road transport co-ordination and make recommen¬ 
dations to the Government* 

(iv) 3tudy the. problems of Light Railways like 

the Martin and Bum' Railways who, it is under¬ 
stood.are finding it difficult to. face the 
competition of road traffic. 

2. The Study Group (Transport Planning), as originally 
constituted, consisted of the following membersI- 

1* Shri N.M. Ayyar, I.CrS.-, Secretary, Ministry of 
Transport - Chairman. 

2. Shri H.P. Mathrani, Consulting Engineer (Road 
Development) and Joint Secretary -to the Government 
of India, Ministry of Transport (Roads WLng) 

3. Shri J.N. Nanda, Transport Adiiser, -Planning 
Commission. 

4* Shri A. Hainifr l)eputy Secretary, Ministry of 
Production. 

5* Shri 3.B. Saksena, Deputy Secretary,'Ministry of 
Commerce and Industry. ; 

6* Shri M.D. Sethna, Chief Director of Movements, 
of Food & Agriculture. 
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(ii) 


7* 3hri S#C. Chaudhri, Deputy Economic ft Statistical 
Adviser, Ministry of Pood & Agriculture* 

0 

8i Shri M#V* Bhavnani, Officer on Special Duty, 

Ministry of Railways# 

9# Shri H# Davenport, Director of Employment Exchanges, 
Directorate General of Resettlement and Employment, 
Ministry of labour# 

10# Shri C# Part has ar athy, Deputy Secretary, Ministry of 
Transport - Member - Secretary# 

11. Shri D#D# Suri, I#A#S#, Deputy Secretary, Ministry of 
Transport, took over as Member-Secretary, with effect 
from the 22nd March, 1955» 

The Group submitted its report on items (i) and (iii) 
of its terms of reference in May, 1955# Consequent on the 
retirement from service of some members, the Group was 
reconstituted and it now consists of the following memberst- 
1# Shri R#L# Gupta, I#C#3«, Secretary, Department of 
Transport - Chairman# 

2* Shri H#P# Sinha, Consulting Engineer (Road Development) 
and Joint Secretary to the Government of India, 
Department of Transport (Roads Wing)# 

3# Shri K.L# Iuthra, Assistant Chief (Transport), Planning 
Commission# 

4. Shri A, Nanu, ^ 

State Trading Corporation# 

5* Shri B#3# Saksena, Joint Secretary, Ministry of 

Commerce and Industry# 

6# Shri B.C# Desikachari,' Chief Director of Movements, 
Ministry of Pood and Agriculture# 

7# Shri 3#C# Chaudhri, Deputy Economic & Statistical 
Adviser, Ministry of Pood ft Agriculture# 

8# Shri M#V. 3havnani,“ Dfeputy Director (Transportation)., 
Ministry of Railways# 

3... 



cm) 

9* 3hri H* Davenport, Director of Employment Exchanges, 
Directorate General of Resettlement & Employment, 
Ministry of labour & Employment* 

10* Shri D.D. Suri, I*A*S*, Deputy Secretary, Department 
of Transport - Member-Secretary* 

The present report, which is in two parts, deals 
with items (iv) and (ii) • 

*####*#****# 
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CHAPTER X 


After the report on items (i) and (iii) of the 
terns of reference was completed, the Study Group con¬ 
sidered that so far as the investigation of the pro¬ 
blems of the light railways was concerned, an bn-the- 
spot examination of the problems of the railways con- 
oexned was neoessary. It was accordingly decided that 
a team consisting of the following three members of the 
Group should visit all the railways for on on-the-spot 


study: 

(1) Shri D.D. Suri, I.A.S., 


« * c 

Deputy Socretait'f 

Ministry of Transport 
& Communications. ■* 

leader 

(2) 

Shri M. V. Bhavnani, 

Deputy Director (Transportation; 
Railway Board. -• 

Member. 

(3) 

Shri K.l. Iuthra, 

Assistant Chief (Transport), 
Planning Commission. - 

Meager 


2. The team selected for its study the following 
light railways: - 



U Howrah-Amta K 1st to 6th Sept., 


2* Howrah-Sheokhal a | 

1956. 


3. Ahmedpur-Katwa 

10th Jan., 

1957 

4. Burdwan-Katwa 

10th Jan., 

1957 

5. Bonkuro>-Domodar River Valley 

11th Jon«, 

1957 

6. Bukhtiaipur-Bihar light 

21st Jan., 

1957 

Railways 

7. Futwah-Islnmpur 

22 ad Jen®, 

1957 

8. Arrah-Sasaram 

24th Jaao, 

1957 

9. Dehri-Rohtas 

25th Jon., 

1957 

10. Shahdra-Saharanpur 

28th J an., 

1957 


3* A questionnaire was issued to all these railways 

* 

and subsequently the tean visited the railways for on- 


'tlic^.spot investigations# Ihe dates of visit axe indicated 

above against eaoh railway# JXiring these visits the tea® was 

* ♦ *./ 2 . * 
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accompanied by the representatives of the State Governments 
concerned# The team also net senior officers of the 
Bihar, West Bengal and Uttar Pradesh;^ Governments and 
discussed with then separately the problems of the 
railways with which they were concerned# The team completed 
its enquiry in March, 1957, but on account of certain 
unavoidable circumstances the report could not be completed 
earlier# 

4# At appendix X is given a statement showing certain 
essential particulars about the light railways surveyed by 
the team# ®he statement summarises the main provisions 
of the agreements or contracts of those railways with the 
Government or the District Board authorities# The 
following six railways were not taken up for study by the 
teams 

1# EHichpur-Yeotnal and Pulgaon Arvi Railway# 

2# Bengal Provincial Railway# 

3# Desgarha-Jamalpurganj extension of the Bengal 
Provincial Railway# 

4# Baraset-Basirhat Railway# 

5# Kalighat-Falta railway# 

6# Jagadhri light railway*. 

Ifc appendix II are .given some particulars of these 
railways, as also the reasons for excluding these from the 
purview of the study of the. team# 

5# The immediate incentive for the present study came from 
the reports made by some railway companies about the nonpe¬ 
tition they were either already facing or were. hlirer o.-.ued 
with from the road services# However, the Government of India* 
in particular, the Ministry of Railways have for somo time 
past been concerned about the inability of most of those 
railways to provide reasonable standard of service and 
amenities to the travelling public# They have been receiving 
numerous complaints from time to time from the public in 
this regard* Conside3?ing the resources posi tion of the 

3* *c 
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country, however, the Goveranent of India have been 
convincod that most of these railways are serving 
a very useful purpose and cannot be easily replaced 
either by bus services or by broad gauge or metre 
gauge system of railways* In ihe case of the railways ! 

subsidised by the Central Government the burden of 
further expenditure on the amenities and services must 
inevitably fall on Government* Such burden will have 
to be shared by the District Boards where the Boards 
subsidise the li^it railways* In either case it is the 
general tax-payer who must inevitably share any extra 
expenditure in providing better amenities on these 
railways* The Railway Board have, therefore, been 
concerned eh about the ability of railways to pay their 
way and to earn enough to provide for bett> 3 r services to 
the extent possible* In order to ensure this, it is 
necessary that the railways do not have to face undue 
competition from bus services* Difficulties have been 
experienced in the past in this regard and it has been 
alleged that the attitude of the 3tate Governments concerned 
at times was not quite helpful* The Government of India, 
therefore, felt the need for a study being made into the 
problems of light railways so that in the light of the results 
of this study policy decisions could be taken about the 
future of these railways* 

6* In the pages that follow we have dealt with the working 

results of the railways in the last few years and have then 

made a broad survey of the problem of conpvtit 2 .-;n with bus 

services* In the light of the results revealed by this 

survey we have made recommendations about the future of the 

railways* We must confess that we did not succeed in all 

cases in obtaining the detailed factual information we 

required for the study* In fact, the report has had to 

be delayed because the available information for some of 

the railways was somewhat sketchy* In all these cases we had 

4«»* 1 
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to be content with the results of our general 
observation or discussions with the officials of the 
railways concerned# 

7* The team wish to place on record their grate¬ 

ful thanks to the management of all the light railways 
for the much useful information supplied by them and 
also for providing such other facilities as wore 
needed by the team for the purposes of this 
investigation* ThO team also wish to thank the 
Governments of West Bengal, Bihar and Uttar Pradesh 
who deputed their officers to accompany the team 
on tour and provided useful information on all 
matters with which they were concerned. 
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CHAPTER XI 

Working results &£ jfehgt Ijflht Railways 
the last fewi^eaSS 

8. The Statement at appendix III shows at 

a glanoe the working results of the light railways 
during fcne years 1949—50 to 1954—55* ®is more 
important results in respect of each railway are 
desoribed briefly in this Chapter* 

I. Burdwan-K r?,twa Light Railway# 

9* The traffio carried by the railway during 

the years 1951-52 to 1954-55 was as under* 


Passenger Traffio Goods Tre,f*fio 



No* of passen¬ 
gers carried. 

•Passocger 
* mi3.es 

' Tons 
carried 

1 Ten 

1951-52 

9,21,953 

123,18,229 

18,113 

4,45,310 

1952-53 

9,56,517 

128,04,607 

18,512 

4,55,119 

1953-54 

9,54,126 

127,85,256 

21,050 

5,17,516 

1954-55 

9,61,038 

129,87,375 

25,252 

6,20,823 


Prom the statement at appendix III, it 
will be olear that more than 80 per cent of the 
earnings of this railway are from passehger 
traffio which registered a more or less'steady 
increase during the years 1950-51 to l?y4- 
The earnings from goods traffic also have shown 
fit steady though sipall^Increase# Rico and paddy 
accounted for two-third of goods traffio carried 

by the railways in the y$ar 1954-55* the only 
other important commodity carried by this railway 


Oont<? o © t + c / 5* 



waB coal# The net incone of the railway during the year 
1*952-53 was the maximum at Rs.1.17 lakhs which on a total 
capital outlay of Rs.21.80 lakhs yielded a net return 
of 5#34 per cent. The operating ratio during the year 
was the lowest at 00*0 per cent. In the year 1953-54* howevrr 
the Working expanses registered a substantial increase 
which was stated to be due to unavoidable heavy repairo to 
loconotives and carriages and also the renewal of sleepers. 

The substantial amount of subsidy paid by Government to 
this railway during the year 1953-54,it was explained, was 
entirely due to the increase in working expenses during the 
year. The detailed figures of break up of working exposes 
shown in Appendix IV reveal that expenses under the heads 
•general administration’ and ’operating expenses' have been 
going up steadily in the last few years. 

2. Ahnedpur—Katwa Light Railways I 

10. On this railway also more than 80 per cent of the 
earnings are from passenger'traffic. As on the 3.K# railways, 
the bulk of goods traffic carried by this railway consists 
of rice and paddy. The volume of traffic carried by the 
railway during the years 1951-52 to 1954-55 is shown below* 



Passenger Traffic 

•8 

O 

8 

i 

Traffic 


Noiox 

passengers 

Passenger 

mile3. 

tons 

ion 

miles. 

1951*52 

8,72,817 

107,93,696 

21,496 

4,52,*22 

1952-53 

8,52,926 

108,93,171 

1 9, 975 

4,17,275 

1953-54 

8, 97,534 

112,03,477 

29,097 

6,13,360 

1954-55 

9,76,452 

115,02,803 

, 34, 907 

7,35,834 

The 

earnings of this railway have been goin 

Z up steadily 


throu^io.ut the last six years. This is stated to be "die to 
complete absence of bus competition* The working expenses 
on the railway have also been consistently increasing since 
1952—53 with the result that the subsidy paid by the Government 
to the railway has increased notably over the last few years; 
the subsify paid in 1954-55 being almost three times that paid 



in 1949-50* The expanses under all the heads have been 
increasing substantially, as shown by the fibres in 
appendix IV# 

3, Dankura-Danodar River Railway * 

11. The voldne of traffic handled by this railway between 


the years 

1951-52 and 

1954-55 is given in the 

table bblow. 


■pnasi?n,?or traffic 

Goods traffic 


ho • of 

Passenger 

Tons 

Ton 


passengers 

miles 

carried 

Rales 

1951-52 

7,87,358 

159,37,687 

31,023 

12,61,570 

1952-53 

8,86,940 

177,61,940 

31,039 

12,62,221 

1953-54 

8,77,092 

179,63,685 

43,725 

17,78,105 

1954-55 

0,50,521 

169,68,766 

49,885 

20,32,672 

• More 

than 70 per 

cent of the 

earnings on 

this railway 


are derived from passenger traffic#’ The railway, therefore, 
depends for its economic working on /pods traffic to a 
larger extent than either of the sister railways, namely, 
Burdwan-Katwa and Ahnedpur-Kutwa. * The principal commodities 
moving on the railway are rice and paddy, stone ballast, coal, 
oilcake and manures# Rice and paddy account for more than 
50 per cent of the total traffic. The passenger earnings 
on this railway recorded a steady increase until 1954—55 
when there wa3 a sli/ftt set-back. However during the 
subsequent year, i#e., 1955-56, the earnings are repoi'ted 
to have improved again. ‘’Goods earnings have been ping- 
up steadily between the y«ars 1949-50 and 1954-55* The 
increase in goods traffic in recent years is accounted for 
by the materials moved for the Damodar Valley Corporation 
in the area served by this railway# An in the case of 
Ahmedflfpur-Katwa railway, the working expenses jh thin railway 
registered a substantial increase in the year 1*954-55 with 
the result that the subsidy which was ping down in the 
earlier two years, increased during the year to over R3.1 lakh 
which was about three tines the amount paid in the proc.oing 
year# The increase in working expenses during the year was 
stated to be due to special repairs and to writing back the 



value of one old engine from capital to.revenue account*. 
The figures in appendix IV reveal that the operating 
expenses also registered an increase during the year; the 
wages of operating staff alone increased by about Rs*6000 
during the year. 

4# Howrah-Anta light Rai lways» 

12* The table below gives the details of passenger and 
goods traffic carried by the railway during the years 


1951-52 

to 1955-56. 

Passenger 

traffic 

Goods traffic 


TioTo Y* - 

Passenger 

Tons 

Tons 


passengers 

miles 


miles 

1951-52 

55,08,900 

7,92,47,000 

90,000 

18,96,000 

1952-53 

50,51,400 

60,12,000 

1,1 5,000 

18,23,000 

1953-54 

51,53,000 

5,39,47,000 

1,15,000 

20,36,000 

1954-55 

53,24,000 

5,73,10,000 

88,000 

20,83,000 

1955-56 

54,74,900 

5,73,06,000 

92,000 

19,60,000 


It will be seen-that the passenger miles on this railway 
registered a steep decline in the years 1952-53 and 1953-54 
with the consequent fall of coaching earnings during the 
period# The railway management explained the decline of 
passenger traffic on the railway during these two years 
being due to the scarcity of rains and the consequent 
failure of crops in Amta area in 1953* It is also alleged 
that there was some diversion of traffic as a result of the 
additional four buses which were introduced in December 1953 
on the Howrah-Dum^ur section in addition to the 12 buses 
which were already running on the section* The paseu-xger 
traffic recovered in the year 1954-55 and hue be^n more 
or less constant since then 0 Goods traffic, however, register¬ 
ed a decline in the year 1954—55* In the subsequent year also, 
although the tonnage increased,the traffic in ton miles showed 
a further decline# The decline in goods traffic in the.year 

1954-55 is attributed by the railway to the fact that the 
from the District Board of Howrah in the year 1950 
Howrah-Dumjur road, which was taken over by the PWI/ and 

was repaired later, attracted a of lorries r . It 3 also 



alleged by the railway that since the Sheoraphuli - 
Tarakeshwar road was extended to Chanpadanga Station 
and opened to traffic in the year 1952-53, there has been 
some diversion of goods traffic from Chanpadanga station* 
Coal, sand, and miscellaneous goods including provisions 
constitute the bulk of goods traffic on the railways* Jute 
and potatoes grown- in the area move towards/.— Howrah 
daring the season and it is alleged that such traffic 
has been diverted largely to lorries. It will be noticed 
that there has been a constant increase in the working 
expenses on the railway. The expenses have increased 
under almost all heads, namely, general administration, 
ordinary repairs and maintenance and operating expenses* 
Under the agreement of the railway with the District 
Board of Howrah, the surnlus profit in excess of 4 per cent 
which is the divi dend gu&eant odd by the District Board 
to the railway - are distributed equally between the railway 
and the District Board# The amounts paid to the District 
Board as their share of profit in the last two years 
have been comparatively small and this is explained 
largely by the steady increase in working expenses over all 
these years* 


5* H owrah-3he akhala 

13* The table below gives the volume of passenger and goods 
traffic carried by the Howrah—Sheaka.la railway between the 
year 1951-52 and 1955-56: 


Passenger traffic Goods trnff-5 c 

Tfr" *** ■■ ■ ■ »■ ■ 1 ■■■■■ w* — — ~ — .. 



Hoc of 

j-rissen gor 

jFg 



passengers 

miles 

C x !L 0 0. 

i. L.L-jq 

1951-52 

20,13,900 

2,03,97,000 

21,000 

2,6 >, 000 

1952-53 

19,15,900 

1,57,77,000 

19,000 

2,37,000 

1953-54 

20,13,100 

1,28,02,000 

23,000 

2,39,000 

1954-55 

22,00,100 

1,44,42,000 

23,000 

2 , 98,000 

1955-56 

18,60,000 

1,52,95,000 

19,000 

3,03,000 


The number of passengers fell in the year 1952-53 


but thereafter increased continuously until to; registered 
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a heavy reduction in the year 1955—56* The nnnbor of 
passenger miles carried also roistered a decline in 1952—5^* 
hut since then it has been continuously on the increase* 

The passenger earnings, therefore, have been continuously 
going up. The decline in passenger traffic in the year 
1952-53 wa3 stated to be due to the fact that the road 
between Uttarparaiaah railway station on the Sastern 
Railway and Kalipur station on the Howrah-Sheakala railway 
was reconditioned towards the end of that year and 8 buses 
were introduced on the route between Uttarpara and 
Chanditala station via Dankuni and Kalipur which* thou#i 
not offering direct competition to the light railway, short 
circuited the route to Howrah from Chanditala and Kalipur 
and thus affected the passenger traffic on the railway. 

The lorry traffic on this road is stated to have affected 
goods traffic on the railway* The bulk of goods traffic is 
in a f gricultural commodities like rice and paddy and 
potatoes. The increase in passenger miles in the year 
1955-56 is attributed to an increase in the number of 
passengers travelling on monthly tickets during the year* 
There has been a substantial and steady increase in 
working expenses on thi3 railway since 1351—52* 

6* Arrah-Sas ara m 

14* The figures in the table below give the volume of 
traffic carried by this railway during the years 1951—52 
to 1955-56: 



Passenger 

Traffic 

Goods traffic 


Passenger 

Passenger 

TT> - 7 

.1 Jt.Vi 

izzr 


carried 

miles 

Carried 

ni los 

1951-52- 

17,77,000 

3,21,94,000 

51,000 

; 20)56,000 

1952-53 

17,46,600 

3,11,25,000 

40,000 

23)40,000 

1953-54 

13,20,300 

3,31,93,000 

59,000 

32,21,000 

1954-55 

18,74,too 

3,44,80,000 

51,000 

17,53,000 

1955-56 

1 9,10, 900 

3,56,30,000 

76*000 

26,71,000 


There has been a continuous increase in passenger 


traffic on the railway e^er since 195?*i~g pj,.d gnedn traffic 
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too has recently registered a substantial growth# Thus, 
the earnings of the railway have been continously going 
up since the year 1952-53 when they had received a 
slight set back. It is stated by the railway management 
that after the Arrah-Sasaram road was taken over by 
the Public Works Department of the Bihar Government from 
the District Board of Shahabad in 1952, a large number 
of goods lorries started plying on this road, which in 
addition to pods traffic carried some passengers also, thus 
diverting traffic from the light railway. The statistics 
of goods traffic, however, do not afford any very definite 
evidence of such traffic having been diverted from the 
railway; between 1952-53 and 1953*54 a in fact there 

was a substanti al increase in goods traffic on the, railway# 

> - 

This is notwittS banding the fact that on account of shifting 
of a sugar Bill from the area served by t he railway the 
movements of sugarcane on the railway were greatly reduced 
during the yoar* Coal, grains and pulses, ballast and 
miscellaneous goods constitute the bulk of goods traffic 
on the railway, and excepting foodgrains, all the other 
bs commodities registered a marked increase in movement 
in 1953-54 over 1952-53. There has been a constant increase 
in working expenses on this railway over the last few years# 
The increase is shared by almost all head3 as i s . shown by 
the statistics at appendix IV# The District Board of 
Shahabad under the agreement with the railway shares excess 


ihe earlier 
•s. While 
ft railway 


profit over 4 per cent in equal proportion with the 
railway/paid substantial amounts to the District Board in 
the earlier years, the share of profit following to the 


Board in 1954-55 was nil# 
7* ff atwa-Islampurs 


15# The volume of traffic carried by the railway in the 
last few years is indicated in the table belowt 


12 
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Pas 3onger 

traffic 

Goods traffic 


NoT~of — 

passengers 

carried. 

“Passenger 

miles 

Tons ox 

(goods 

carried. 

Ton' 

miles 

1951-52 

7,60,200 

1,01,94,000 

13,000 

4,31,000 

1952-53 

6,40,400 

86,15,000 

12,000 

4,33,000 

1953-54 

6,78,000 

91,13,000 

19,000 

6,72,000 

1954-55 

7,49,400 

1,01,91,000 

27,000 

5,37,000 

1955-56 

7, 56,900 

91,10,000 

30,000 

5,76,000 


The passenger as well as goods traffic (in terms of 
tonnage) on this railway suffered a reduction in the year 
1952-53; but there has been a steady expansion in traffic 
since then# The fall in passenger traffic in 1952-53 is 
stated to be due partly to the failure of crops in the 
area during the year. It is also alleged by the railway 
management that the bus route between Fatwa and Islanpjir 
was sanctioned in December, 1952, and two buses introduced 
oh the route which resulted in diversion of some traffic 
fron the railway. The bus services on routes between Dollar 
Shariff on the one hand and Islanpur, Cilsa and Daniavrn on 
the other, which were sanctioned in December, 1952, were also 
stated to have offered indirect competition to the railway# 
Since 1952-53, however, traffic has been steadily going up 
and the earnings also have registered a more or less steady 
increase. However, the working expenses of the railway have 
registered a si^iificant increase with the result that 
Government have had to pay heavy amounts to the railway 
by way of subsidy every year. 

8. Shahdara-Saharanpur > 

16* The volume of traffic handled by this railway in the 
years 1951-52 to 1955-56 is shown in the table belowt 

raios 


passengers traffic _ 

Ho. of passenger 

passengers Miles (»000) 
carried. 


Goods traff.ic 
Tons of 
goods 
carried. 


Ton' * 
(» 000 ) 



1951-52 54,27,600 


1,04,014 


2,23,000 


•t *.J V 



J.3- 


1952-53 

50,30,900 

1,00*236 

2,22,000 

8,824 

1953-54 

50,34,300 

99,819 

2,40,000 

8,641 

1954-55 

50, 98,500 

1,01,339 

2,48,000 

8,793 

1955-56 

54,82,700 

1,08,505 

3,23,000 

9, 510 


The passenger traffic fell in the year 1 952-55 
but remained alnost constant thereafter for about 3 years 
u&tll it recovered again in the year 1955-56• The 
recovery in terns of passenger niles during the year, 
however, was not very significant, because the average 
lead of passenger traffic suffered a reduction during the 
year* Goods traffic went up alnost steadily after 1952-53 
and in the year 1955-56 it registered a notable increase* 

The 3iah<fcgft-3 aharanpur railway carries substantial freight 
traffic, the principal con oditie3 moving on the railway 
being sugarcane, sugar, jaggary wheat and other grains, 
gur and no lasses * While goods earningphave been -going 
up since 1950-51, passenger earnings suffered a set-back 
in 1952-53 and were alnost constant thereafter for about 
three years tintil they recovered in 1955-56* The woricing 
expenses have been increasing substantially throu ;hout 
the period 1949-50 to 1955-56* Thi3 is stated to be 
due partly to the expansion of services and partly to provi 
ion of better auenities to the travelling public. Under 
its terns of agreement with Government, the Shahdara- 
Saharanpur railway shares the surplus profit over and above 
4 per cent with Government in equal proportion « If in 
any year, however, the profit*are below 4 per coal;, govern¬ 
ment does not give any subsidy to the railway* The amount.- 
paid to Government by the railway in recent years have 
been substantially smaller as compared with the years 
1949—50 and 1950—51 and this is explained largely by the 
increase in working expenses which has out-paced the increase 
in earnings* The fall in passenger Gamings in 1953 
on this railway is stated to have been the effect of 


1 *.. 
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intro iuct ion of bus services over routes running parallel 
to two sections of the railway. Iks services were 
introduced on Saharanpur-Ran-pur-Manhyaran Section in 
June 1952 and on Baraut-Dagpat Road section in September 
1955 and these led to significant diversion of traffic 
from the railway. Traffic in sugarcane, sugar, gur and 
wheat in 1953-54 and 1954-55 was somewhat reduced as 
compared with 1952-53; tut this was not due to any 
competition from roai services. Shamli, a station on the 

railway used to be a storing centre for wheat upto 1953 

1 

when wheat was a controlled como iity$> After the decentrol 
of wheat, its movements from Shanli have dropped down. 

The lower traffic in sugar and sugarcane was the result of 
reduced production* 

9. Dehri-Rohtas: 

17. Unlike other railways, a major part of the earnings 
of this railway comes from goods traffic and the passenger 
traffic on the railway is not very significant. The table 
below .gives the number of passengers and tons carried by 
the railways during 1951-52 and 1955-56* 



No* of passengers 

Tons carried 

1951-52 

3,37,326 

5,96,109 

1952-53 

3,36,045 

6,10,371 

1953-54 

3,50,171 

5,92,600 

>954-55 

3,70,954 

6,16,077 

1 955-56 

3,51,425 

6,53,492 


The passenger earnings registered a snail incline in the 
year 1955—56. Goods traffic declined in the year 1^55—54, 
but has been steadily /going up since then. It is a 
noticeable fact that the working expenses on this railway 
have not recorded any increase in the last about four years 
and the operating ration on the railways is the lowest as 
compared with all other light railways* In no year in the 
recent past the net ±± profit earned by the railways have been 
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leg g than 15 per cent of the capital at charge# ,I&m-istaRO 
line and cenent constitute over 90 per cent of goods traffic 
on this railway. By * far the najor part of the traffic 
in these comodi ties relates to the Rohtas Industries 
Ltd# Thus in 1955—56, of the total goods traffic of 
6,53,492 tons carried by the railway, linestone alone 
accounted for 5,43,749 tons, of which 5,19,335 tons were 
for the Rohtas Industries# Coal and sugarcane are the 
only other inportant connodities and the bulk of these too 
is perhaps for the Rohta3 Industries. The railway caters 
largely for the group of industries and therefore stands as 
a class by itself# It will not thus be easy to compare the 
ox working results on this railway with the other light 
railways# 

10# Bukhtiarpur-Bihar light p ailways: 

18. The table below gives the volnne of passenger and goods 
traffic carried by the railways during the years 1953-54'to 
1955-56# 

N o# of passengers Passengers No. of Md# 

niles _ Mds# piles 

1953- 54 11,28,280 1,40,94,600 9,40,550 17003539 

1954- 55 8,42,247 1,03,02,409 0,77,597 16514731 

1955- 56 8,76,866 1,26,75,142 10,24,050 24273531 

The traffic on this railway is affected by the Mela 

at Ra j gir which cones once in two years and there is a 
substantial difference in the earnings usually between the 
Mela and the non-Mela years. All along the rr.ilwry there is 
a road on which a large number of passenger buses and lorries 
operate. There is Jjavertholoss sufficient traffic offering 
on the railway# The operating oosts on the railway being high, 
the railway are working at a heavey los3. 
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CHAPTER III 


The extent of competition 
of fered by the has services - 
TT^broad survey * 

19* In tills chapter we make a broad survey of the position 
of the bus services running in competition with the light 
railways. Not in all cases.xan the Study Team in a position 
to obtain al l the relevant information from the railways 
and the State Governments o± the District Authorities 
concerned. No authoritative information was available 
in particular about the total traffic offering existing 
as well as potential, on various routes and the team 
had no time to conduct detailed traffic surveys. In this 
matter, the team could only go by the general impression 
formed during the course of its brief tours over the railways 
or such evidence as was available from the local authorities 
and^thaTepresentatives of the travelling public whom the team 
met for general discussions. Some information was available 
in the Railway Board, which had been collected earlier as a 
result of the surveys conducted by the technical officers 
of the Indian Railways and to the extent possible this jol 
has been made use of by the team. Ferro copies of the maps 
showing the aliginent of these light $ Railways in relation 
to competitive roads and contiguous 3.G. Railways are attached 
as indicated belowt- 

Apoendix V .- allowing the following light Railways in West 
Bengal - Scale 1" r 0 miles approx. 

Ahnadpur-Katwa 

Bankura-D ano dar River 

Burdwan-Katwa 

Kali .^iat-Falt a 

Baraset-3asirhat 

Howrah-Amta 

Howrah-Sheakhala 

Appendix IV. -Showing the following light Railways in Bihar- 
- Scale i" - 16 miles approx. 

Arr ah-3 as ar an 

3ukht iarpur_3ihar 


TkrA' -ytr 1 
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Futwaii-Is lampur 

Appendix VII i — Showing Shahdara (Delhi) -Saharanpur light 

Railway in Uttar Pradesh - Scale 1” - 16 
miles approx* 

1# Durd^wan-Katwaf 

20# There is a road in existence which runs parallel to 
the railway truck. It is a Detailed road 36 niles long and 
is in fairly good condition. There are in all 14 stage 
carriage permits issued on this road. The buses operating 
on the road are owned either by private individual operators 
or private limited companies. Of these, 8 perform round 
trips along the read from Durdwan to Katwaand the remaining 
six cover only part of the route. The train services 
provided on the light railway are admittedly inadequate; 
there are only 3 up trains from 3urdwan and 2 down trains 
from Katwa on all tie days of the week. Additional trains 
provided are 2 up and 2 down once a week, one up and one 
down twice a week, 1 up and 1 down on 5 days in the week, 
and 1 down on 5 days a week. Again x the timing of train 
services is such that there are long intervals of 4 to 5 
hours between two consecutive trrin services even on days 
when the services are most frequent. The bus services 
on the route are thus required to meet fully the needs of 
the travelling public, A survey conducted by the officers 
of the Indian Government Railways some time back revealed 
that on an average 940 passengers wore travelling every day 
by the bus services. The survey officer noted that the 
train timings were such that there v/ere wide .gaps between 
the starting times of the train services an \ that the 
passengers preferred to go by buses only when the trains 
were not available. It cannot, therefore, be said that there 
is any unfair competition between the bu 3 and train servic es. 
As regards goods traffic, there are stated to be 245 lorries 
in the entire district of .lurdwan, but no lorry is specifi¬ 
cally earmarked for this noad, the permits being valid for 
the district as a whole. The analysis of traffic in 



the previous chapter did not reveal any diversion of 
traffic, passenger or goods, having occurred, in the last 
few years* In fact, on account of several irrigation 
schemes of the Danodar Valley Cbrporation and other 
projects in this area it is expected that both goods end 
passenger traffic will increase in the coming years and 
there will be scope for operation of tuses on a larger 
scale, unless the railway facilities are expanded 
adequately* 

2# Ahne dpur-Kat wa I 

21* There is no competition worth the name from bus 
services on this railway* Ahmedpur—Katwa road for about 
20 miles runs parallel to the li/^ht railway? but only 
over the first 8 miles, that is from Ahmedpur to Labpur, 
the road is notorable and that also in dry season only* 

The 12 miles* of road from labpur to Remjibanpur is in a very 
bad condition and is #ised by bullock-carts only* At 
present no bus permits have been issuofi for this road* During 
the second plan period, however, the entire length of Uae 
road is to be improved into a metalled road, and with the 
growing needs of traffic in the area, there is every 
likelihood of bus service being introduced oh the road 
when completed. The State Government feel that the railway 
should improve the quality of their services and provide 
better amenities so that they c&n stand competition from 
bjts services in future* A sugir mill of 000 ton capacity is 
proposed to be set 'up at Ahmedpur by M/s. National Sugar 
Hills limited* This scheme has been sponsored by Government 
and will be assisted by the Ministry of Rehabilitation* It 
is expected that 0000 maunds of sugarcane will move every 
day for 6 months in a year, that is between December and 
Hay, 6000 n&unda on A*K* Railway and 2000 maund 3 on 3.K* 
Railway. In order to provide for this additional traffic 
as also the normal growth of traffic in the area, the two 
railways will have to provide additional facilities. The 
management of the railways are already conscious of this 19»# 
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fF.ct but are doubtful whether they will be able to 
provide the resources required for the purpose* 

3 . Bankura-Danodar River i 

22. A road runs parallel to the litfit railway between 
Bankura, which is the teminus of the light railway, and 
Indus, a station 34 miles from Bankura. Between Indus 
and Rainagar there is no road at present although there 
is a programme to oonplete this section of the road 

in the near future* On the completion of this section 
the road will be extended over the entire length of the 
light railway* Five staje carriage permits are issued 
on the road parallel to the railway* Public carrier 
permits are issued for the region as a whole and not for 
any particular route. There is no evidence to show that 
there was any diversion of traffic from the railway to bus 
services in the past. 

4. Howrah-Antai 

23. There is a metalled road running parallel to Howrah-Antu 
railway for a distance of 13 miles £ up to Bargachia. The 
road is likely to be extended upto Amta. Direct bus 
competition at present exists on the 9 mile section between 
Howrah Maidan and Dunjur. Sixteen stage carriage permits 
are issued on this section of the road* Of these, 12 

are. with a private limited company and the remaining four 
with individual operators • The railway authorities fear 
that these permits misfit be extended any day up to Bargachia* 
It is alleged in fact that fron March, 1, 1957, a bus route 
consisting of 20 buses normally.running between Howrah 
station and Kadantalia was extended to run upto Bargachia* 
Also 10 buses on another route were permitted to run fron 

Dunjur to Howrah station instead of Durcjur to Kadantala as a 

* * 

temporary measure upto 15th March, 1957, and subsequently 
orders were issued by the Regional Transport Authority 
to continue this arrangement. later on a representation 
from the railway company the natter was reviewed by the State 


Government and these extensions were cancelled* It is 


alleged by the railway that during the nonth of March, 

1957, on account of extension of buses to Bargachia the 
railways suffered a loss in passenger and goods earnings 
to the extent of about Rs.40,000* 

A. 

5# Howrah-Sh^khalat 

24* The old Banaras road known as Ahaliya Bai road runs 
parallel to the Howrah-8he*khala railway upto a place 
called Bksara — a distance of p 4 niles# The road between 
Salkia in Howrah district and Chanditala in Hoogly district 
has already been Detailed under the First Five Year Plan 
and the renaining 10 niles of the road between Chanditala 
and Sheakhala is proposed to be tarred under the road 
progr amm e in the Second Five Year Plan* This part of 
the road at present is unnetalled and p transport vehicles 
above 1-J- ton are not allowed to operate on the entire length 
of old Banaras Road. No stage carriage permit has been issued 
on this road so far* The railway management however, informed 
the Study *ean that from 6th March, 1957, a route of the 
State Transport Service was extended to Kona Station on this 
'railway and this bus service caused sons diversion of traffic 
from the railway* 

6. Arrah-Sasarani 

25* The entire length of the li^it railway runs parallel 
to a district board road now transferred to State Public 
Works Department which connects Arrah and Sasarafi* The bus 
service operating between Arrah and Banaras via Sasaram - 
one trip a day - is said to offer some competition to the 
railway. It is doubtful, however, if this involves any 
substantial loss of traffic to the railway* The railway 
management allege that they have suffered loss of goods 
traffic which is carried by a large number of goods lorries 
operating parallel tq the railway, "there are as many as 80 
permits granted by the South Bihar Regional Transport Authority 
and.276 by the State Transport Authority which operate in the 



- 21 - 


area served by the railway. As stated in Hie earlier 
chapter there is no evidence to show that there has been 
any significant diversion of traffic fron the railway to 

road* 

7 . Put war* Xs lanpur» 

26* The first h jy tf of the ali j^naent of this railway, that 
is upto a distance of 13 miles, is on the side of a district 
board road* Along the remaining portion of the alignment, 
there is an unnetalled road which remains impassable during 
the monsoons, la stated in the earlier chapter* the bud 
route between Patwa and Islanpur operates in direct compe¬ 
tition with the railway, and the routes between Bihar Sheriff 
on the one and Islanpur, Hilsa and Daniavan on the other 
are alleged to offer indirect competition to the railway* 

There are 524 permits granted by the South Bihar Regional 
Transport Authority and 314 By the State Transport Authority 
which operate in the area served by the railway* There 
is no evidence to show that there has been any substantial 
diversion of traffic from the railway to the road* The 

railway management have been making complaints to the Bihar 

* 

State Government that the goods lorries in contravention 

of the provisions of the Motor Vehicles Act* have been carrying 

passenger traffic also* Ther problem is mainly of proper 

enforcement of the ^aw and the Team got the impression 

from the State Government representatives whom they met 

that the Government were anxious to take all possible measures 

to prevent this illegal practice on the part of the operators. 

* 

6 * Shahdara-Saharanpurt 

27* A road - 95 miles long - runs all along the railway 
alignment connecting important stations on the railway* 
namely Khekra, Baghpat, Baraut, Kandhla, Shamil, Thana, 

Bhavan and Rampur* The portions of roais between Shahdara 
and Baghpat (20 miles), near Shamil (2 miles) and near 
Alum (3 miles) are unnetalled. Some of the Katcha portions 
of the road are at low level and traffic on them has to be 



suspended during the rainy season* In all 72 stage 
carriage permits are issued on the road of which two 
are for the entire length of 100 miles between Delhi 
and Saharanpur ani the remaining operate on parts of the 
roads a3 indicated belowt— 

Name of the route* Distance in miles No f of permits* 


Deihi-Saharanpur 


100 


2 


Saharan pur-Shanli 


40 


10 


Shahdra-3agput 
DareUt-Ghaprauli 


40 


6 


(parallel to 
the railway 
upto Baraut) 


Delhi-Sahadara ( 

3 a gput -Baraut -Ko tana' i 


31 


1 


Meerut-Chanprauli 5Q 93 (Parallel to the 

railway only 
between Bagput x- 
and Baraut - a 
distance of 2 
miles* Six 
services are run 
daily xtp upto 
Chaprauli and 
20 upto Baraut.^ 

We have mentioned in the earlier Chapter that the 
railway management attribute the fall in passenger traffic 


on the railway in 1952-53 and 1953-54 to the diversion of 


traffic to the bus services which were introduced during 
this period over two sections of the road, namely Seharanpur- 
Rampur-Manhyaran and Baraut-Bagput* We have examined monthly 
figures of passenger traffic carried by the railway over thes 
’sections for about 3 years after the introduction of bus 


services on these routes* The figures show vide variations 
between various months; but the general trend of traffic 


between some of the stations over these sections in the 


years 1952-53 to 1954-55 was slightly, downwards; and un¬ 
doubtedly the railway lost some traffic to the bus services* 
According to the information supplied by the railway to the 
team, 17 more buses started operating on Saharan pur-Shanli - 
Delhi road recently in March, 1957; these permits are alleged 



to have been transferred to this route from Meerut-Garh 

route* The number of buses operating between Saharan.pur and 

Slianli as a result of these additional permits has increased 

from 9 to 16 and this is atated to have affected adversely 

the traffic on the railway over thi3 section, the number of 

passengers booked between various stations on the section in 

April and May, 1957, being 76 , 594 and 1,01,569 as against 

104,227 and 1,60,577 respectively in the corresponding 

months of th^receding year* The railway management have 

represented against the issue of these additional permits 

on sections parallel to the railway* The U*P* Government 

are understood to have decided to issue 05 additional bus 

the 

permits on the Delhi-Saharan pur road as soon as/road is 

completed* The section of the road between Sahndara and 

Ba 5 -put being already under construction, the road may not 

take long to be completed. The U*P* Government it is 

alleged, have to issue the additional permits on this route 

because they have a programme to nationalise some other 

routes from where these permits will have to be transferred* 

The contention of the railway is that the traffic needs of 

the area do not admit of any additional permits being issued 

on the route* They have filed their representations to the 

State Transport Authority and have been pressing for a 

decision but are not hopeful whether the State Government 

will give due regard to their interests while issuing the 

From 

additional permits* /the facts and figures produced by 
the railway management before the team it appeexs that the 
additional train services introduced or seating capacity 
provided by the railway during the last few yearns was 
not followed by corresponding increases in traffic on the 
railway and that the traffic over a period of 5 years remained 
almost stationary* 

9* Dehri-Rohtasi 

2 • All along the railway alignment there is motorable 
road which was recently improved with a view to providing 
a road connection to the iron 
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AhjoVJP i hills, Thera aro 3 buses operating on the road 
eac!i having one round trip a day and these aro stated 
to have diverted some passenger traffic fron the railway. 

However, as stated in the proceedin'? chapter, pc.s sender 
traffic forn only a sna.ll percentage of the total traffL c 
on this railway* Goods lorries also operate on the road; 
but in the peculiar circumstances in which this railway is 
working there is not niuch competition between the road 
services and the railway* 

10* Bukhtiarour-hihar Shariffi 

29* Patna-Hanclii State Highway runs parallel to the li^ht 
railway throu^iout its length from llulchtiarpur to Rajgir, Besides 
the bus services operating between stations on the li&ht railway, 
those operating between Patna and Ranchi, Patna and N'awadah, 
Nawadah and Mokanali (via Bukhtiarpur), Patna and Bihar and Patna 
and Sheikhpur all complete with the lipht railway. Five buses 
each having a round trip a day compete all alonp the len.pth 
of 35 niles of the railway and in addition there are 19 buses 
which have round trip one each a day over one or the other 
section of the railway* There are besides hundreds of lorries 
operating on.the route; as nany as 996 poods lorry permits 
are issued for the repion by the South Bihar Regional Transport 
Authority and 346 by the State Transport Authority* The 
traffic on the route consists mostly of silica stone, road 
metal, coal and potatoes* The lorries take a substantial part 
of this traffic. The railway mana.pement allege that they have 
spare capacity on the railway which piven proper facilities 
could bo put to use, provided there is no undue competition 
fron road services. The team are, however, doubtful whether 
the railway constituted as they are at present, can provide 
capacity sufficient to meet the traffic needs of the area* 
Conclusions 

30, The above broad survey of the existing conditions of 
competition between the bus services and the liwht railways 
will reveal that at the moment there appears to be no serious 
problem arising from direct competition between -‘-he two means 
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of communication which will danahd any very urgent 
remedial measures, except' perhaps on Shahdara-Saharanpur 
railway where some additional permits are likely to be issued 
and Bukhtiarpur-3ihar-3hariff railway where the 
problem mainly is of proper management of the affairs 
of the railway with a view to utilising its capacity 
more profitably# We have noted above that the existing 
roads running parallel to Ahnedpur-»Katwa, 3urdlwan-Dano dar 
River, How rail-Ant a, Howrah-Sheakhala, Futwa-Islampur 
and Shah dar a-Saharanpur railways are either to be 
improved, extended or made notorable all along their lengths 
:in the coming few years# With the completion <5f these 
roads, it will not be possible for the Stat Governments 
to resist the demand for' introduction of new bus services 
particularly when on some of these, routes the available 
transport facilities are not by any means considered to be 
adequate and will be less so in future when the traffic 
needs will expand with the development activLty now 
going on in the areas served by them# If the light railways 
are to continue operating in these area£, as in most cases 
they must, their interests will have to be safeguarded while 
the road services are expanded in these areas# Suitable 
adjustments will therefore have to be made which while 
providing for healthy competition between the two means 
of transport will leave them the incentive to provide .the 
quality of service in keeping with the needs of the time# 

This is a subject to which we shall revert in the itext 
chapter# 



CHAPTER IV 


Th e Principal Oonaiderations 
affeeVing xhe THrt'ure of hi^ht 
ibilways * 

31* In the preceding Chapter we surveyed the problem 
of conpotition with the road services which has to be 
reckoned with seriously in any consideration of the 
future of light railways* The t loro at of competition 
fron.road services loons large over the management of 
these railways and creates a feeling of. uncertainty* in their 
nind about their future* There is a growing feeling among 
the general public also that the light railways are an 
outnoded systen of transport which, except perhaps in sone 
hilly areas. Must sQaner or later give place to at Se more 
tiodem systen* It is against this background that we have to 
xaview the various aspects of the working of -these railways; 
for whether it is the question of providing better amenities 
to the travelling public, or introducing econonios in the 
working costs or providing for rehabilitation of assets, the 
decisions the nanageneit s of the railways take must 
necessarily be influenced by this feeling of uncertainty 
about their future* The Study team did not have the tine 
or the means to examine in ninute detail these other problem 0 
of the light railways, nor was a very detailed study of 
these considered quite necessary for the purpose of the 
present inquiry# In this chapter we propose to liscuss 
briefly these problems* 

High Costs of Operation > 

\ 

32* In the study of working conditions of the light Railways 

\ 

in Chapter II we have drawn .pointed attention to the increase 

N 

in working expenses of most ± ght railways which has 

been disproportionately heavy as compered with the increase 
in oarniiigs of “theso railways over the few years# The 

increase in working exponSc^Ls ascribed to several causes, 
most notable among these being the rise in wages, the 
hitler costs of renewals and repairs and the all round 
increases in operating costs* On some of the railways the 



27- 


the lii.^icr costs are state! to be the result of expansion 
of services provided by the railways which has not been 
followed by a proportionate increase in traffic owing, 
in cases, to the growth of bus coupetition, We have 
not been able to go into details of these factors. 

What has struck us uost is the wide variations shown 
by the figures of average operational costs on -^irious 
railways or for that natter on the sane railway over 
various years. According to the fibres supplied by 
the railway managements, the average cost per passenger 
nils has varied between as low a ^L/^ire as 3#5 pies and 
as high as 10*02 pies. The variations in figures of 
average cost per ton nils are wider still; the range being 
24 to 220 pies. Where the costs of ordinary rehabilitation 
or renewals are debited to revenue account, there being 
no separate funis set apart for rehabilitation as in the 
case of Futwa-Isla ipur or Arrah-Sasaran railways, the 
•variations in working expenses froc year to year can 
be wide depending upon the expenditure incurred on 
rehabilitation or renewal in any single year on the railway* 
On the other hand where the railways have separate reha¬ 
bilitation fundB, Such wide.variations cannot be easily 
explained. Of the 10 railways covered in this survey 
as nany as 4 are subsidised by the Central Government, 
namely, Durdwan-Katwa* Ahnedpur-Katwa, 3ankura-Dano dor 
Rivers and Fut wa-I S lanpur; The Go vormient of India share 
the excess profits with the 3hahd£ffoh3aha:rr.npur railway and 
are, therefore, interested in the financial results 
of this railway although they do not have to subsidise the 
railway for it^Losses* In the case of the remaining 5 
railways, it is the District 3oard authorities who are 
vitally interested in their financial results because they 
have to subsidise the working of the railways in case the 
returns on capital investments aro below specified Units, 
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Obviously, in all such oases It is the general tax-payer 

who is concerned ultimately for any subsidies paid to the 

railways and there should be some check over the 

working expenses of the railways by the authorities - 

Government or District Boards - who have to subsidise the 

working of the railways* Whether the District Board 

authorities are competent to exercise any such check is 

a doubtful proposition* The Indian Railway General 

Code provides that the capital and revenue expenditure 

of the light railway companies will bo subject to 

Government approval in the case of all the light railways 

which share their surplus profits with Government or 

which Government has to subsidise in order to bring their 

net earnings to the levels of guaranteed interests* Again 

in the case of railway companies in which Government have 

financial interest, the contracts with the Government 

provide for appointment of a Government Director on the 

Board of the companies with a powefc of veto on all 

proceedings of the Board. Thus in the case of Government 

subsidised railways or railways with which Government have 

contract for sharing profits tho Railway Board oxerciso 

control on the working expenses# Whether that control 

is adequate or not is a matter into which we could 

not go in detail* We have, however, reasons to suggest 

that the existing arrangements in regard to the supervision 

of tho /Railway Board over the light railway companies 

need to be reviewed so that if possible further steps 

can be taken to make the control more effective* in the 

case of the other light railways with which Govemmont 

have no contract, suitable arrangements for supervising 

the working of railways will deserve to be considered* In 

the case of the railways in which District Boards have 

financial interest, tho Indian Railways could perhaps 

be asked to exorcise some supervision on behalf of tho 
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District Boards* We would recommend this matter 
for consideration of Government# 


Th e Obli gation to provido Resonablo 
H^anS arl of Service-1 

53» As stated earlier, the Government of India have 
boon concerned about the inability of the li^it 
railways to provido reasonable standard of sex*Vloo and 
amenities to the trading or travelling public. Within 
the rosourcas available with the light railways, stops 
have been taken in recent years to provide better amenities 
particularly for passengors# In the course of our brief 
visits to the railways we were impre33ed by the standard 
of amenities provided at least at somo stations on some 
railways# Thus, on the railways controlled by Martin 
& Bum a number of railway buildings were re-modelled 
recently and covered accommodation and other amenities 
provided for waiting passengers# At important stations 
covered platforms have also b ?en provided# The notable 
among the now buildings constructed recently are those 
at Shahdara and 3hamli over the Shahdara—3aharanpur railway 
and at Putwa on the Putwo—Islanpur railway# Where 
electricity is available, stations have been electrified*. 
Lavatories have been provided at all important stations 
and further work is in progress in this regard depending 
upon the resources available with these railways# At some 
stations drinking water arrangements provided by the railways 
are really good* Bfforts have aluo beon made for improving 
the passenger coaches by fitting them with improved typo 
of benches anl bath rooms etc* M/a Martin & Bum 
have made a beginning in installing fans in some lower 
class coaches over Horwah- Anta and Uhahdara -Saharanpur 
railways as an experimental measure# As indicate 1 in the 
earlier chaptor, the cost of all such amenities ultimnte<Jy, 

falls on the general tax-payor in cases where railways 
Q 2 *o subsidised bv nnwm n/s*s4» 





these difficult regions the primary need is to provide 
for noro accommo lation in trains and to ensure rsrcjilnrity 
of service or more frequent service and the enphasis 
should bo on these aspects of improvement rather than 
on providing amenities in the fom of raised or covered 
platforms or coaches fitted with fans* The railway 
managements appear fully conscious of this, but as 
stated earlier in this report, with the present uncertainty 
about their future, they cannot be expected to naJce 
any large-scale investments in these directions# 
Rehabilitation Roauiraents of the li^it Railways! 

34 # All these li$it railways cane into existtfice 
several decades back and mo3t of the stock on the 
railways has become over-aged# Renewals and replacements 
havo not been made according as they fell due# Bvon on 

Indian Government railways replacements had to be 

ticjit 

postponed for a long time first because of financial 

position during the depression and secondly because of 
difficulties of procurement during the war and it is 
only under the first and the second five year plans 
that large provisions have been made for rehabilitation 


programmes on these railways# According to such info mat ioi 
as wo^could readily obtain, the position in regard to 
ovor-aged stock on some of the railways is summod up as 


under* 

WumbQiji above the i 

age of 30 years as compared 

Railways 

■—■ aaaaaHai 





Hi 


Howrah-Anta 

12 out of 114 

66 out of 104 

16 out of 27 

Howrah- 

Shoakhala 

1 out of 39 

All 11 

2 out of 5 

Futwah- 

iilanpur 

6 out of 11 

16 out of 22 

All tho 3 

Shahdara- 

3aharanpur 10 out of 67 

215 out of 269 

10 out of 19 

Arrabr- 

Sasaram 

2 out of 32 

49 out of 139 

7 tout of 11 

Dohri- 

Rohtas 

7 out of 12 

PQ out of fTH 

5 out of 15 
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On tho Burdwon-Kat wr.h, jUmedpur-Katwah and 
Durlwon Dauodar Rivory railways all the coaches, wr.gons 
onl engines in use are stated to have been there since 
tho inception of tho railways; periodical overhauls 
of course were done to these but oonploto replacements, 
where due, were postponed. Tho position in re,gar 1 
to the overaged stock on Bukhti arpuavBihr.r Shariff 


railway is nuch worse. 

55« Tho Dehri-Rohtas railway wore stated to have a 
balanoe of Rs.26 lakhs available in tho depreciation fund 
as onA 31st March, 1956, with a programs to replace all 
the stock above 30 years within tho next five years. In 
addition, the railway are considering a schene to strengthen 
their track to facilitate operations of heavier engines. 

The position in regard to other railways is not quite so 
easy. Tho rehabilitation requiments of Martin & axrn 
group of railways as also the funds available with then art 
indicated bolowf- 

Rohabilitation Funds likely to bo 

roquirnonts. na do available. 

(in Rs. lakhs) 


Howrah-Anta 33.06 6.25 

Rowrah-Sheakhala 10.59 1.25 

Futwah-Islanpur 22*33 3 # 7 

Shah da ra-Sahar anpur 24.30 20.0 

Arrah-Sasaran 38.^3 5*6 


In the case of Ahne dpur-Katwa, Bur dwan-Ko.t w and 
Bankuikv-Danoiar River railways, there are no specific 
funds for rehabilitation '-purposes and all expenditure 
on rehabilitation or renewals is debited to revenue account:. 
Requiments for rehabilitation aro quite heavy. Tho 
rehabilitation requiments on Bukhtiarpur—Bihar Shariff 
Railway were ostinatod in’ 1950 at Rs.4 lakhs when the railway 
was taken ovor by the District Board of Patna. The pros eh t 
roquirnonts are nuch noro, thou/£a tho oxact infomation is 
not available© 

r-p* 



The pcoblom of creating extra d apadty on the Railways!.. 

36* While tho resources position of the railways is 
gone rally very ti#it, sone of the railways aro confronted 
with the problem of creating additional capacity so as 
to noet tho growing needs of traffic* Thus, for 
instance, the Howrah-Anta railway has a scheue to double 
a portion of their track, remodel the yard at Howrah 

Maiden and purchase sone nore ro llin g stook; Howrah-* 

? 

Shoakhala, Putwar- Islanpur, 3hahdara-3aharanpur and Arrah- 
Sasaran railways all need sone additional stock# Ahnedpuiv 
Katwa and Buriwan—Katwa railway wil],nood to provide 
additional facilities so as to neot tho growing demands 
for traffic in that area# Figures have boon given by 
Martin & Hum Group of railways regarding their roquirncnts 
of f un ds for additio nal facilities which aro stated to be 
urgently required on these railways ond those aro; Howrah- 
Anta Hs#33*86 lakhs, Howrah-Shoakhala Rs*1#37 lakhs, Futwa- 
Islanpur Rs#0#60 lakhs, Shalldora—9uharanpur Rs#22#80 lakhs; 
Arrah-Sasaran Rs.3*0 lakhs. No such figires for other 
railways are available. While it nay be possible to 
stagger expenditure proposed to bo incurred by those 
railways on the expansion of capacity, sono part of the 
expenditure nay have to be inevitably incurred if tho 
railways havo to noet the growing needs, considering 
particularly the needs arising from tho development activity 
which has been undertaken in tho areas concerned unlor tho 
Five Year Plan# Evon where the railways can provi do 
their own funds.they ore hesitant to incur expenditure in 
view of the prevailing uncertainty about their futuro* 
m certain other cases tho railway have genuine difficulties 
in making availablo any funds at nil. 

Scheme for expanaioni 

37. In tho present atmosphere of uncertainty, tho li#it 
railways cannot obviously entertain any very big schemes of 
expansion or extension. However, there have been louands 
for extension of those railways from tine to tine. The Dohri- 
Rohtas j submitted £ a a-ahar;,- to the *'.Vc 


Railway Board recently for extension of the line fron 
Pi par iih (the point to which the line is being extended 
with the Company’s own resources already) to Ghopan* a 
distance of 45 miles# Chopan will be a station on B,G* 
Railway lino already under construction botwoan Churk and 
Pipri* It has been stated by the railway Man agement 
that this extension will provide a link with B.G, Railway 
which will enable all up-country traffic ffom the area to 
by*-pass Mogfralsarai* A groat deal of development is 
envisaged in this area in the coming fow years* The Rohtas 
Industries Ltd* have applied for installation of 3 cement 
plants at Piperdih 4 whore large reserves of limoston 
doposits have been discovered, Already one more cement 
factory of 350 tons per day capacity is being put up at 
Benjari station on the light railway and H/s* Ashok Cement 
Ltd* have been granted a « licence for a plant of 2*80*000 
tons per annum capacity and M/s* Kalayanpur another licence 
of 1 lakh tons per annum capacity* When all these 
fc-ctorios come up it will bo -difficult for Dehri-on-3one 
yard to handle all the trhffic and in the op ini on of the 
railway management it nay bo necessary to distribute the 
burden of. traffic 30 that all tho upcountry traffic could 
be routed throu^i Garwah—Pipri line to which tho company 
is proposing extension of tho light railway* Tho Dohri- 
Rohtas railway have not stated whether they would need 
any financial' help from Government for tho -proposed extension 
in all probability* they may need some assistance* The 
proposal is already under the consi deration of tho Railway 
Board, On tho Howrah-Amt a Railway there has been a demand 
for extension of the railway lino fron Munashir to the 
*■ bank of Daaodar river and for mother extension beyond 
Anta across the Danodar - a distance of 8 miles,* On Howrah- 
Shoakhola there has been * dernrnd for extension of tho lino 
Iron Sheakhola to 3ipahi/pichi - n distance of 3 nlloa. On 
JUtwa-Ielmpur tho public had represented for extension 



upto Khudagnnj, a distance of 4 miles fron Islnmpur* 

On. 3hahlara - Snharnnpur railway a proposal was male by 
tho Central Ministry of Rehabilitation for a rail link fron 
Daraut to Meerut and then fron Meerut to Masi t*%napur t a 
distance of 34 miles* The Barikura -Damodar River railway 
have had an old scheno for taking the lino upto Burdwan 
so that all the three railways namely, ££, 3K, and DDR 
can be linked together* AH these schenes have sono merits* 
Howevor, in tho existing circumstances, it nay not bo 
desirable to extonl tho light railways unless it is 
absolutely necessary in the public interest to do so* 

Tho scheno of the Dditl-Rohtas nerits special consideration 
of tho Ministry of Railways unless that Ministry are 
confident that the additional traffic arising fron the 
development schemes in the area can be provided for by 
alternative moans* 

Scales of pay and conditions of work for the Staff^ 

38* Tho tean received representations fron tho staff, oral 
as well as written* The general complaint is that tho pay- 
scales of tho operational staff on the light railways conparo 
unfavourably with the staff on tho Indian Government 
railways and that tho hours of work are comparatively 
longer on the light railways© Generally, however, tho 
toexi got the impression that tho staff are more or less 
contented with their present lot* The team have no clear 
evidence to show that there is any leakage of revonue on 
a largo scale© However, they have tho apprehension that 
under tho existing circumstances it is not possible to avoid 
leakage altogether* 
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CHAPTER V 

Recommendations about the future 

c QgESM ^TTways ,- 


39* In the preceding chapter wo have set out the various 
considerations which are relevant for dotormining the 
future of the light railways# The Ministry of Railways 
had some tine back asked the j&on t.X railways to undertake 
investigations with the view to making a detailed study 
of the problems of the li#it railways and oxploro the 
possibility of their replacement by broad guage lines with 
suitable extensions from the existing contiguous Indian 
railway systems# In the statement at Appendix VIII are 
summarised the" essential results of the examination which teas 
made by the aonal railways# It will be seen that in regard 
to Howrah-Amta, Bukhtiarpur-Bihar Shariff as also Shahdara- 
Saharanpur railways, the zonal railways recommended conversion 
to B#G* system, even thou.^i on economic considerations such 
conversion was not considered feasible* The zonal railways 
obviously had in mind the future increases in traffic which 
are bound to take place in those areas and which the light 
railways nay not be in a position to oope with# However, 
the Railway 3oard took the viow that for the present status 
quo should be maintained* Only in regard to Bukhtiarpiir— 

Bihar Shariff, the Bastora Railway was asked to conduct 
a traffic survey with a view to consider the Construction 
of a B*G* lino* 

40* The case of Bukhtiarpur-Bihar Shariff will need to be 


given urgent attention because the railway is working at present 

■ 

under rather desperate conditions* This railway was formerly 
managed by 5/3* Martin & Him Ltd* and was taksn ever by the 
District Board, Patna, in 1950* The Bihar State Government 
are understood to hade agreed jfehen to grant a loan of Rs*14 lakhs 
to the District Board for taking over of this railway, but out 


of this amount only Rs.10,lakhs was paid to t 
for the payment of the purchase prioe oy .the «# 

Tho balance of Rs*4 lakhs which was roquirod for im mediate 


lq District 
oar <3* 


Board 


••• 36., 
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replacement of the rolling stock was not paid to the 
District Board# The assets of the railways are now in 
a deplorable condition and the railway have no suitable 
workshop arrangements even for ordinary repairs and 
maintenance purposes. The railway have no funds for 
replacement of old stock either. For major repairs they 
have to send their stock elsewhere with the result that 
considerable time is lost before such stock can be available 
for use again on the railway. The utilisation of the 
stock, therefore, is very poor and the railway is running 
into heavy losses. This region is assuming growing 
importance and a good deal of construction work was done at 
Rajgir and Nalanda recently. A Mela is held at Rajgir 
every second year which is said to be visited by almost a 
million people. Quite a few forei-3i pilgrims use this 
railway for visits to Nalanda and Rajgir# Thus- while the 
area is assuming increasing importance, conditions on t he 
railway are deteriorating gradually. The .District Board, 
Patna, have expressed their inability from time to time 
to manage the railway. They have requested to. Bihar Govt# 
to take it over, but the State Government are reluctant to 
shoulder this responsibility. We are not aware of the 
results of the survey conducted by the Eastern Railway 
or the niew the Railway Board will take on >this. We feel, 
however, that as compared with other railways, the case 
of this railway being taken over by the Railway Board and 
converted into a B.G. line would deserve priority, if not 
immediately at least in the Third Five Year Plan. Meanwhile 
some steps have to be taken to ensure that, to the extent 
possible, the working of the railway is improved either 
with technical advice or assistance from the Indian Govt# 
railways* At any rate, one thing is clear, the railway 
cannot be left to be managed by the District Board. 


Bither 
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it should be handed over to another agency, which has 
experience of running such ventures, for management on 
behalf of the Central Govemuent or the Central Government 
should take it over and run it themselves* The second 
course will, no doubt, be more expensive, but it is 
decidedly the better of the two# Nationalisation of the 
railway, which its taking over by the Centre will amount to, 
seems unavoidable in view of the tremendous importance of 
the area from national and tourist angles. The traffic 
potential is also so large that no amount of road transport 
can handle it unless a better and wider road is constructed 
and hundreds of goods and passenger vehicles are brought 

to operate on it, the cost of all of which will perhaps 

♦ •* 

be much greater than that of constructing a new 3.G. line 

which, of cpurse, must be the ultimate objective after 

nationalisation. Immediately the track and the rolling stock 

will need renewal and better management installed# Even 

an agency will not be able to do without these essentials and 

it will have to be adequately financed. In the circumstances 

it is advisable that the light railway should be taken over 

by the Centre straightaway and run as a narrow gauge system 

» 

with necessary improvements until such time that it can 
be converted into a 3.G. system. 

41# As regards the remaining railway?, the Study group are 
also of the opinion that the ultimate remedy lias to be 
nationalisation and.in most cases conversion into broad gauge, 
though the country’s economy nay not permit thi3 stem immedia¬ 
tely. Most of the railways are s-erving a v°ry useful purpose, 
even though the service provided may be called outmoded and the 
amenities to the public may be considered inadequate. The 
problems of these ac wsX railways are, however, not identical 
&¥ld these can be easily divided into three groups as followst— 

A. The Martin Group of Railways# . 

B. The McLeod Group of Railways. 

C« The Dehri-Rohtas Railway. 
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Conditions prevailing in the three groups very considerably, 
and therefore, their problems have to be considered 
separately* 

42* The Martin Group of Railways are generally better run 

than others* The standard of staff employed, maintenance 

of track and rolling stock and the amenities provided to 

the public are fairly pod, though not always on par with 

the Government railways* The Company has a c omm on highly paid 

supervisory staff for all the railways* On the wholo this 

* 

railway system is fairly well-maintained and can be expected 
to continue to provide the service for some time to cone* 

They have also the ability to raise adequate funds for 
renovation and * improvement programmes, provided they ore 
given some assurance about their continuity and some 
assistance in raising loans. 

43* In this group there are five railways ; Howrah-Ant a, 
Howrah-Sheakhala, Putwa—Islanpur, Arrah—Sasaran and 5hah dar a— 
Saharanpur*. The most important of these are Howrah-Amta 
and Shahdara-Saharanpur railways* On both these railways 
tha traffic is very heavy and is likely to develop rather 
than go down* It is not possible to close these railways 
in the foreseeable future* There is no likelihood either 


of road transport replacing then completely in the near future* 

The only probability is their conversion into broad gauge 

as and when conditions permit* In the meantime, services oust 

be maintained as best as possible* As stated earlier, the 

Management of the Railways have the capacity as well as the 

resources not only to maintain the railways properly but also 

to effect the necessary improvements to keep pace with the 

time. They, however, need a certain amount of assurance 

that they will be protected against uneconomical competition 

from road transport and some assistance for raising loans for 

tttoheir rehabilitation and improvement programmes. There 

have been complaints hors and there « scrzxix from u.*t railway 

30 e 
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managements that the altitude of State Governments have 

not always been helpful in the past# We have already 

referred to the fact Light Railway wore 

greatly perturbed at the decision of the U.P. Governnent 

tQtjrant permits for a large number of buses to ply on the 

route parallel to the railway. luckily however the State 

Governnent were brought to apprepiate the necessity of giving 

some protection to the railway and suitable arrangements 

have been made to limit the operation of buses# Similarly 

the Government of West Ben,gal have been very sympathetic 

towards the Howrah-Amta Railway and have not permitted the 

buses to offer any 'sorij^ps competition to the railway# During 

their conversation with the officers of the State Governments 

concerned, the Study Team were satisfied that the State 

Governments recognise the importance of the light railways 

and would generally not do anything to harry their interests 

so as to force them out of operation. It is necessary for 

State Governments’to pay special regard to the interests of 

these railways in connection with the issue of new permits 
regards loan ac assistance to the Railways', 
on roads which compete with them. As/our recommendations 

will be made in the succeeding paragraphs. 

44# The remaining three railways in the Martin Group* viz* 

Howrah-Sheakhala, Putwa-*Xslanpur and Arrah-Sa^ran are 

also serving a useful purpose, though not to the same extent 

as the other two railways* Traffic on these railways is not 

very heavy, but at the srme time in these areas there is 

absence of good roads and road transport to which the existing 

traffic can bo diverted. The roads will certainly come in 

course of tine and so will road transport, but till then the 

lir^it railways must continue to operate and provide the 

necessary service to the public. The case for extension 

of any of these railways to link up with major roads or the 

Government railways is certainly not there. It is, however, 

to be ensured that as long as th ese railways continue to operate, 

there should be the maximum amount of coordination between the 
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service provided by then and road motor transport# 

45» Next we cone to the McLeod Group of railways which 
comprises of Ahnedpur-Katwa, Burdwan-Kntwa, and Bankura- 
Danodar River Railways. All these throe railways operate 
in areas which are somewhat underdeveloped and have hardly 
any other means of transportation. The railways have, 
therefore, no competition from any quart—er to face. Yet 
the railways are not making any profits# On the other hand, 
they have to be subsidised by Government and the amount 
of subsidy has been on the increase in recent years. On the 
face of it, the situation nay appear indefensible, but 
there are reasons why these railways cannot make both ends 
meet# To begin with, the traffic on these railways is not 
very hesvy; passenger trains are seldom more than half 
full and the goods traffic carried by the railways is 
almost jas^tZ negligible as there is very little trade in 
these areas# These railways were able to operate satisfacto¬ 
rily and also to make profits in earlier days when the cost 

as 

of naintenance/well as of labour was low. Since the war, 
both maintenance and replacement costs have become 
prohibitive and the staff have also to be paid at higher 
rates. There has been no corresponding increase in fares and 
freight.In the circumstances, it is natural that when the 
traffic on these railways has not increased appreciably, the 
operational cost should go up and in order to continue the 
service the railways should need to be subsidised. Increase 
in the cost of operation is also due to indifferent management# 
The railways having become an uneconomical proposition, the 
Company is naturally not much interested in continuing to hold 
charge of them# In order not to ask for too much subsidy, they 
have continually to cut down their expenses and try to 
employ as little staff as is practicable. In this process, the 
work of management has really become very difficult and the 
Company are keen to part with their responsibility as early 
as they can. Lick of interest on the part of the Connany 
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is responsible for the deterioration in the organisational 

set-up of the railways. Unless soma improvement is brought 

about in this sphere, things will go from bad to worse. 

The railways have inadequate and untrained staff* The only 

way of improving the conditions is either for the railways 

to be nationalised immediately or a better supervisory 

machinery provided. The McLeod Company officers in 

their discussion with the Study Team often expressed the 

desire to be relieved of the burden of managing these 

railways. Nationalisation, on the other hand, will increase 

the cost of operation, for staff will have to be appointed 

* 

v> 

and paid on the same basis as dome on the State railways. 

It has been sug :ested that the operation of these three railway;- 
might be handed over to the Martin-Bum 'Company, but we 
doubt whether that course will be less expensive than 
nationalisation or whether even the Martin Company will be 
willing to take over the responsibility for running these 
railways on an agency basis without receiving adequate supervi¬ 
sory charges. Until the Government are in a position to 
nationalise xx these railways, they may consider whether the 
supervision of their working cannot be made the responsibility 

of a suitable organisation of the Eastern Railway. That would 

e is 

ensure better technical advi/e, which in our Opinion /bound to 
improve the working of these railways. 

46. The third group consists of only one railway, viz., Deliri- 

I 

Rohtas Railway. Conditions on this railway are completely 
different from those on other rai.lv/. ys t ' Thi s io largely a goods 
carrying railwayi .and tlie number of pa.s mongers which it carries 

is insi/^iificant. The railway mainly carries limestone, coal 
and sugarcane for the factories of the Rohtas Industries. The 
rates charged are even lower than those charged on the State 
railways. The Rohtas Industries, who are owners of this railway, 
make it certain that this is so. Yet, the railway is making 
profits. The» reason for this i3 maximin utilisation of the 

*2. 
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rolling stock and the utmost economy in operational 
cost. It was very gratifying to see the economical methods 
adopted by the railway in building their wagons* sometimes 
from scrap, and in utilising the minimum number of staff to 
ru» them. The railway is by no means running on modern lines, 
but all the sane its operation is quite efficient. Only a 
business concern of the type of Rohtas Industries can run 
it in this manner, and it would not be wise to interfere 
with the management of this railway, except perhaps to 
ensure that it provides nore facilities to the travelling 
public in that area. This can be done by periodic visits 
by the officers of the contiguous State railway system for 
inspection etc. 

47. During the course of our study of the subject, 

suggestions were made to us (a) that all the light railways 

should be amalgamated and managed by one or two Joint Stock 

Cbmpanies, or (b) that to manage all these railways, a 

( 

Statutory Corporation should be set up in which Government 
should have a major share. We have examined both these 
suggestions. In the first case the present companies running 
the different railways will not be prepared to amalgamate 
into 4>ne or two units and even if they do, they will need to 
float shares of a large value to increase the working 
capaital and there is very little chance of such shares 
attracting public support. A3 regards the setting up of a 
corporation, the implications will be more or loss similar 
to those of nationalisation. The cost of operation will come 
up as staff will have to be paid according to the Government 
scales of pay, the general public will expect better amenities 
to be provided and renovation and rehabilitation of the 
railways will have to be undertaken in order to bring then up 
to s-tandards of the State Railways. Moreover by creating a 
corporation to manage these railways, We #3,11 unnecessarily 
areate another agency which will be doing the s ane work that 


43*.. 
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the state Railways are doing, ^Amalgamation of the 
railways into one or two Joint Stock Companies or the 
formation of a Corporation to manage all these railways is, 
therefore, not feasible. We stand by the recommendation 
already made that the railways should be treated individually 
and nationalised as and when possible, 

48, We have mentioned earlier that if for some time the light 
railways have to continue to function, they will need loan 
assistance to tax finance their rehabilitation programmes 
as also to effect general improvements in the standards 
of service and amenities provided to the travelling public. 

It is not possible for then to raise such loans from the 
open market or by increasing their share capital. They will 
have to be assisted directly by the Government or by a - 
Government sponsored agency, such as the Industrial Finance 
Corporation, Recently proposals have been put forward for 
bringing the shipping companies and the road transport 
companies within the purview of the Industrial Finance 
Corporation, Possibly, a similar case could be made for 
the light railways also^ Which will help to safeguard loans 
or advances given to the railways by the Government, We have 
recommended above that there is a case for better supervision 
over the working of the railways and some check on their 
cost of operation. 



